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‘By P. M. Soe. C. E. 


the discussion of my paper on Increased Efficiency of Rail- 
ways: for the Transportation of Freight” * it was requested that I 


“should sum up the di discussion, which I propose to do i in this paper. a — 
It has been a disappointment to me, many yy other members of 


the Society, ‘that so little discussion has been brought out from the 


purpose of their consideration into two classes, viz. 


A, Suggestions of omissions i in my enumeration - the oma which 
sha have led to, or made made possible, ‘the greatly incr increased shown 
hav have b een reached: and 


is _ * Read at the meeting of Am. Soc. of Civil Engineers, December 6, sem, and jell 
in in Transactions fo’ for 1882, Vol. XI. 


RAILWAYS BE MADE MORE EFFICIENT IN THE #£= 

READ AT THI Sr. 

| 

a 


BRB Objections to and criticisms of my enumeration of means | to be ; 


wane 
adopted to secure the further increase in efficiency which is | desirable = 
Twill proceed to them under these two heads, with 


parenthetically, that I did not attempt to 188° 


od 


” except as it is connected with efficiency i in accom- 
better, quicker, or more of it; as, for instance, an 


improved locomotive burn fuel in doing same work, but 


elie economically © considered, it would not be, if I ss so express - 


discussion has been aimed at t the consideration mainly quan 


‘traffic, but the general subject of i in Railw ay y Management ” 


is much too broad for discussion heceeniadlon with my my former paper. __ 
‘Mr. John B. Jervis, Hon. M. Am. Soc. C. E., refers to the great, 


» 
importance of improvement in he‘ Yoad- bed, in which he i is, of course, 


entirely ‘correct: road-bed is the foundation of the structure, and, 
dike a any other foundation, it m must be solid, well drained, with an abund- a 


4 ance of good ballast, as as a - condition precedent ‘to the ‘maintenance of 


The adoption of the steel rail, forming a more enduring super: 


structure, has led to the 1 ase ‘of more and better ballast, and in many 
eases to changes in alignment which have resulted in better road- -bed. 


oe <j . Mr. Jervis suggests that my estimate of the ) saving in cost for rails, 
‘and labor on track, by the adoption of steel rails, with their accompany- = 


ing improvements, as being from 40 | to 60 per cent. of the cost per ton’ < 


pert mile when iron rails were used, is rather large, ¢ and it does appear — % 


80. - When it was made it was based upon general information, but the — 


a 


= 
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= 
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7 direct effec widening the range and increasing the movementof 
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a) 

| 
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a 

"Wayne and Kailway (for details of which see Schedule A) give, 

a the following as the cost for those items per ‘‘engine mile” and per | 7 . 


Rails. Labor. Total. 


ots. || 
41} 2.08| 10. 49 0754 


ecrease..... 6.62, 1. 08 


TSBURGH, FORT WAYNE AND CHICAGO RA RAILWAY. 


4 AV ERAGES FOR YEARS, 


1878- 1882 


8.9 


96 


as as steel nails become worn, and the annual renewals re reach th their average, 


The increase in traction power of locomotives, referred to Mr. 

Jervis, although it | it has been, during the period covered by Mr. Jervis’ 

ripe e experience, a potent factor, has not been ‘80 prominent during the 
ten years covered by my inquiry. It was as of the 


__Cosr per ENGINE MILE. ren Tox Mizz. 
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— 
ai 
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4 Rails. | Labor. | Total. | Rails. | Labor. | Total. 4 

0275 | 13898 4 

which it appears that the reduction in cost per ton per mile of 
the items referred to has been from 70 to 80-per cent. on the roads 


Wisin 


‘ weight on drivers in 1870, while it does not exceed one-fifth now—an 7 


of increase i in proportion of | twenty per cent. 
Mr. Jervis’ reminder of the progress made in this regard in 
years as interesting as it is 
Mr. Jos. S. Paxson writes suggesting the importance of “ loose,” or 
“independent wheels on cars, as measure of great and 


consequent oficiency, s and vem to a table of curve and grade resist- 


ances, , from which he « quotes ; as follows : ea 
7 An engine that will haul on a level tangent 1 096 ol 


will haul on a level 5o curve 92 


= 
ofl and adds: « Now, if axles with independent wheels will e! effect a saving ~ 


‘ of, say, one-half the. shove losses, and I think much more than that can 
«be saved by thei their use,” &e. ‘Tow which I can only Say, that the best 
‘ authorities on curve resistance place it at it at about ( 0. 4! 5 pounds per ton per 7 
degree of curvature, of which but 0.175 pounds a are assigned to the slip- 
d ength of rails, or less than 40 
“per cent, of the whole ¢ curve the saving of w which is not 


“The telegraph 


“ for the transportation of freight,” &e k&e., asa point not 


upon in my ‘paper. I do not. undervalue the use 2 of the ‘telegraph, 

"3 — but m my paper had ‘special ‘reference to the increase in 1 efficiency during 

the decade from 1870 to 1880, while the telegraph | was: quite fully 


a ob brought into use during the previous ¢ decade. _ The telegraph is deserv- 
" ‘ing ng of all that Mr. Harris sa says of it « as a a factor in railwa ay efficiency. a 7 
‘Referring next to the criticisms under class B, Mr. H. Bissell M 
Am. Soe. C. E., as an an objection to running engines “ “First in, 
first out, ‘ that “You cannot lay the blame for want of care of the 
oe: engines to the parties who run them.” - This is is an old objection, and 


is fully discussed in my remarks sameemeis in Transactions for April, 


4 
q 
‘ 
— 7 _ Mr. Robt. L. Harris, M. Am. Soc. C. E., suggests > ra 
— 
| 
| 
— 
— 
— 
— It is the question of the division of labor, found so necessary in all 4 1 
mechanical operations, and whenever it is brought about the objection 
a 


“ex 
I will here « ‘call attention to the fact, that I do not suggest this plan 
; as a panacea for all the evils that restrict car- ‘movement, but only as 


“the best means for correcting x the worst of those evils. 9 My ¢ critics all -- 
agree that it is great evil—and I may add a growing on¢ one—and and that 
it should be remedied; they agree that something should be e done, but B 


do not approve of the diem ge. Their objections are, briefly 


= 

collection cannot to the » Freight 
Mr. Paine’s first proposition meets ts my spproval—e reasonable demur- 


rage charge must be made for cars rs-unduly detained in in loading and 


unloading, not only in the interest of the e railroad company, but also 
for the the encouragement and and protection ~* those parties who do load and ~ 


unload ‘promptly, and who suffer in busy seasons when others — 


cars unnecessarily. — But his s second proposition s seems stom me to be | equiv- 
alent to ‘saying that the officers and agents of the e Freight Department of 
vailways c cannot be kept subordinate to the general management; that 

they cannot be made to carry out the policy decided upon. To this 


I cannot agree. 


That they have frequently occupied such a poten, 
that it is a necessity of the serv ice, or or that their as assuming g such a pape . 
to the responsible management shows anything but a lack of fitness for 


position, I cannot concede. 


‘Thea for, and. charging 0 


needs an immediate es 


3. Mr. Paine admits that **¢ the detention of cars on foreign roads is 
one of the great evils of our railway | system,” but “cannot agree that 
the per diem charge f¢ for cars when on foreign roads would b be a success.’ 
aes fact ‘thas ** ‘it was once tried a for a few weeks” Mr. Paine would ra 


scarcely ‘rely | upon as demonstrating its What wholly 


— 

—_— 

— 

— 
| 

Mr. Chas. Paine, Prest. Am. Soc. C. E., says: 

A “demurrage” charge for detention of cars at stations or sidings 

4 

| 

-2 
- 

1 

fa proper demurrage, isa proper 

Or the epartment, and that department can best 


id the locomotive, with its rack and pinion, its as ‘ grasshopper | legs,’ A? 


‘and that gave and was only abandoned _becaus 

other companies did not adopt it, am those companies did not desire to 


Keep uptwo systems, 
ae The reasons assigned by Mr. Paine for the alleged impracticability 
- are partly due to bad management, or lack of management, which should 


be removed or improved as a condition precedent to the success of any any = 


for and are partly of such an 


ines as as on the s short and terminal roads. 


Blockades, ‘except from some na natural and extraordinary 
need not and should not occur. ‘While they do occur, they demonstrate 
that are in of other facilites; when cars are idle because they 


% are not needed, they should be at home, and not on on some foreign railroad | 

Tt It will need some looking ahead, both to avoid blockades of loaded 


cars and to ‘avoid getting many empty foreign cars on hand, but it is 
-. worthy of note that the cost to any company wil will | be, not the) whole sum 
it pays for other companies’ Cars, but that sum it receives 


4 from other ¢ companies for the use of its own cars. cin 7 | a ee. 
. 4. Mr. Paine expresses the — that the remedy fer the evil is is ‘“‘a 
bes 
* good cause.” ‘The princi objection toa “clearing house” is the 
‘extent of the country; it would take a week to ) get a report from the 
Pacific coast, and two to three days to get reports from other extremes of 


the the situation be so changed before the clearing house 


order to move them would reach the | partis in fault. 


Per contra, the letters of Mr. E. P. Vining, attached heretoas Appen- 

a a - dix D, show that the plan was in operation between the Chicago, q ‘ 

tt ip: The snow-storm or flood, which Mr. Paine pictures as raging at the > = 

terminus, may and will as frequently operate on the long and — 

— 

— 
as 

— * 
tm 


iw The g great point to gain, is to make it the interest of the companies to 
handle foreign cars rapidly and to return t them promptly, and it will be 

A paid out counts for more, with many superin- 


tendents than five dollars paid or lost indirectly, that does not distinctly 


be Vie ‘owing, a as s Ido, do, most freight car r blockades as s indicating a in 


facilities are needed, or from lack of “capacity to syst 


7 ‘ment of traffic and | correlate ‘its movement with the receipt and d delivery, 


: Tean cannot consent to regard | any objection based upon frequent or chronic 
blockades from other than unforeseen natural causes, as worthy of serious 
consideration i in deciding upon the merits of any plan of settlement for 

: When, in 1863, the writer w was called to the p position of Superintenden 

of the Eastern Division of the Pittsburgh, Fort | Wayne and d Chicago | Rail- 
“way, found local freight blockades to be of weekly occurrence, ‘and 

nearly ¢ every ery Sunday was was occupied in clearing: the road” of its weekly 

accumulation ; but he looked for the cause, | located and remedied nee’ nd 

with no particular addition to facilities, but by a systemstic use of what y 


they had, the ‘difficulty wes wes Ww holly removed within a month. a But the 


occurrence of a blockade, when the result of natural mam, can be much 


Mr. 0. M. Am. Soe. .C. _E., very 


‘Chanute queries: “ 


obtained from. cars is an vil 


our renee earnest efforts, Seat, tha perfection i is lo net to bee ex mpocted i in in this his any 


more than i in other directions. ch 
to not evil that good may com come’ is as | applicable to ‘© physics 


“48 ‘to ethics, and we are not called -d upon to perpetuate an evil, noe should — 
we defend it, , merely because some good grows out of it. Mr. Chanute 
_ raises several points of possibly existing advan advantages, ; growil ing o out of the mee 
i decreased movement, but admits that they ar are only hypotheses, a ante may 


| 

administrative methods, either from inability to discern what particular — 

ematize the move- 

| — 

| 
2 
— 
| 
| — 

mitigated Dy prompt notice to Connecting roads, abd ab lnmMediat 

pension of receipt of freight for the blockaded lint 

criticisms of my expressed views, and partly in compliance with his 

_ - formal demand for a concrete plan of enforcing the per diem charge. im 

a 

ii 

| 


I might assume that what Mr. | Chanute will not assert, I am | not q 
alle upon to. deny, but I will consider them as s fair hypotheses, and try 
= to show that even if they do, in a measure, exist, oy do not warrant .— 


Det Taking first the comparison in empty car mileage ¢ on the Pittsburgh, sy 
Fort Wayne and Chicago Railway: = 


1868, loaded, 82.6. 


The increase in from, 82.6 to 86.8 per cent. is £ 


of cane 1868 — while the decrease in car mileage from 
5 and ‘his is in he face lo 


Again,’ Mr. Chanute says, “the of customers is (or 


should the primary object wi with railroad 


earnings. 


panies can - afford to. keep a | surplus of cars 5 for that p purpose; but that 
ad cannot be properly termed “accommodation of customers ” which ee 3 
cars lying empty at one siding or warehouse, while 

cannot get cars at a 


‘ lishment which uses perhaps ten cars of coal | per month, and 
_ tot twelve cars of product, I noticed | @ car being loaded with debris, — 

to be ye unloaded a short distance from the works. The loading ‘of acar 
took about three days, | and when I asked if the railway ¢ company ny allowed 
ees to be so used (sor ¢ the load did ‘not go on its] line at t all), the man- — 
ager said, | “Oh, I only load this car once, and then I take ar another;’ ae 


the result is he uses one railway ’s always the same 


| 
— 

— 

im 

Aj 
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The ‘primary object” with railway managers is the production of 

can best be accomplished by extending reasonable 

Mion tocustomers.§ 

— anatamera nrafer to nay far kaanine tdle then railway 

q 

a 
| 
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- Idon not think there has been any such general change in | the manner 


“ doing business a as Mr. Chanute suggests; certainly no railway com- 


” 


‘ 
while waiting for r shipping nhac The mill proprietors are fortunate 2 


if at at such times they can get care to all the orders hand. 


desire to ship. 


making up trains, ete., is is of course to be made, but there must be 


_ ‘The average schedule spe speed of freight trains over each | division, or 


from yard to yard, | is probably | not les less than ten (10) miles per hour, vi 


miles, nearly, always. without transfer. This at 10 miles hour 


j 
| 


would occupy 69.2 hours, but at the average 1 miles run by Union ‘Line 
cars iu 1881, of 53.64 } per day, or 2.235 ‘miles per hour, it required 309. 6 
hours nurs average for each car to be loaded, run 692 and unloaded. 


3s = 12.90 da ys. 


which shows that 0 each Union — car stood ‘still on 1 an average 1 10. 43 


days between each two a average runs of 2.47 day s, or, in other words, that 


| | 


2 
‘it was running but one d day out of each 5.32 secular days. — ae et: 
averi haul of freight on the Pittsbargh, Fort W. and Ch 


cago go Railway i in 1881 was 217.63 ‘miles, requiring, at 10 miles ] per aid 


‘The: average miles rup ‘by cars, 37.72 per day, gives x 75 days to Lal i 


217.63 ‘miles, so that each ¢ car averaged a movement of .90 day n each Ps 


4 


days, or one d day in each 6.34 secular days. The year 1881 was 


claim that this ‘amount of accommodation” is either justifiable « or 


remunerative ? (See Appendix.) 


‘ ‘The importance of reducing empty car mileage to a minimum, while = 


‘season of active movement and gn great demand for cars. ill any one 


it was not specifically ‘mentioned in my | paper, was ‘not oy 


to the general ba back loading of cars” as. one of the means” 


| 
turers cap snow whose cars to order until they know to what point 
mat. 
= 
g 
: 
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“4 = which the increased efficiency noted had been reached, and did not 


_ refer to it further because that point is very generally u understood od. : 

admitted. I agree with all that Mr. Cl hanute says in regard to its import-_ 

- ance, and also to his views of the benefit of a a comprehensive warehousing __ 
system at at terminal points, to to operate for o for other traffic as elevators do for - 


v.. Considering next Mr. Chanute’s criticisms on the proposed “ per diem 
_ charge” in their order, many of his objections will be seen to have no 


adequate foundation, as my pian, hereinafter submitted, fully provides 


_ It may, at first, lead considersble increase in mileage of 
cars, but ‘that i is not likely to be its w rie after it is ane understood, 
-— it does not er llow n arily th 


the next road, having a along wil will hal it 

over its line asa Nor will the terminal road return cars empty y when 


there i is an active demand for cars on its line. . Increased mo movement =. 


be desirable when cars do not carry loads, if thereby the cars are adina 


= Under the plan which I shall hereinafter present in detai a it will 
not be p ROOREEREY to “follow the car over he different roads roads, so as to” 


: afford s any check to its owner. - The owning company gets , paid, ‘at the pre 
per die diem rate, fer all the days that each car is absent, and it knows just 


ho Chants sage 


check “which Mr. Chanute the road now now has 


as the roads do: not report the of teach « car but 


simply the. aggregate mileage made by all ‘cars of ‘each company’ 8 


Gane increase in to ) which Chanute : refers 


ities is to be expected, particularly « ** from those roads which 


-_ by the imperfections of the present system,” as Mr. Chanute 
expresses it; such ‘opposition will be futile if the leading railway « 


see their account i in its adoption. ion, 


T here may be “temporary * in consequence of th 


Pt of the change proposed, but it need not be serious nor of long : 


duration. 
auration 


— 

‘ 
q 

| 
at 
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a 

4 a | 
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pretences, such as as “6 bad “order,” upon which to sient cars, s, will be, 


like other flimsy pretences, short-lived and of no importance in the long 


r is s destroyed on on a 1 foreign road the only equitable Ww ay is. 


“charge for a specific time sufficient for it to be rebuilt by the owning» 
ae company does not want its cars to ber rebuilt by a foreign _ 


pany destroying it to pa pay its equitable value and the per diem — 


“ Companies having a haul so so short th that they can take cars to destina-— 7 7 


‘whe 


tion, unload and return them | in less than a day will be - exception, y 


whe when such a ase exists, with a traffic of any magnitude, the 
for cars can and should be be provided for by a special agreement. a 9. 2 


6 In the discussion of the rate per diem to be charged under m = 


rives at the conclusion that “ “Ap per diem m charge of | 
yw would be a fair one all a around in the 


and adopts os his ‘basis the average cost 


pian, Mr. Chanut 
5 or 30 cents a 


exchange of business,” 


ar 
a da, 


maintenance (covering current repairs, renewals to cover depreciation, 


ait 


and rebuilding of cars to > keep the number good), plus the interest on on the a 
“cost of the c cars, and figures these items to amount per annum to: 

On New York, Lake Erie and Western Railway..... es . $79 42 

On Pennsylvania Railway. . 
Or per day... = W2ets., and 28 cents. 


My proposition was to charge ole for business days, s¢ 

= 


annum, which would make the per diem rate on his basis 


r my objec tions to this a" as Silene 


the for cost of maintenance. 


at given for the New York, Lake Erie and Western Railway of of $40. a 
r annum would. require a freight oa car costing $550 to last equivalent to 


13.44 years” ‘without an any y charge for current repairs, as as it 
13.44 times $40. .92 to pay for its simple rene renewal. 


While dor not not question the seouracy of 


—— 
i The questions arising out of the receiving road being temporarily —__ 
ge i 
oF 
q 5 
4 must gp = 
7 
ii 


Western Rai Railway for for ‘repairs of freight. cars: ‘during g the last five years, it 


must have been based upon a number of cars many of which have been 
built ne new within the last five years, and proportionately few of which 


were e five e five years o old at the beginning of of that term. 
[tis well nown that during the first two or the 
toa a car at are e mearly m nil, but ‘that after five years’ use se they increase v 


‘om From the data at my command I would estimate the cost of mainte-— 
‘nance a as sat least $75 per car per annum, which, with 7 per cent. interest, 


g $38.50, would make $113. .50 per annum, and 36.61 cents 8 per day as as the 


that would be chargeable upon Mr. Chanute’ 8 basis. 


—Bat I cannot concede the as at all correct, nor that it is fair 


have any ny knowledge. <7 


Its adoption by a manufacturer at oblige him to assume all the 
‘risk sof the business, without t charge to to his customer. 


A railway company adopting ‘it would be obliged | to loan cars i in 


_ the busy s season, when they were all needed on on itso own line, : at a a on « 
cost of maintenance e and interest” bi basis, and when the dull season 


came to keep its surplus cars at home at its own cost, If the active e 
4 season was for six months i in n the year, it would receive for its s evennge 


interest” pay ‘the o other half itself, for the | poor privilege 
having ‘its cars ready to loan to its improvident during the 


Such a mes would be a direct encouragement to the improvident 


‘roads to remain 80, for: why build or or buy cars to pay “cost of 


ance and interest” on all the year, when they can borrow when 


— 


‘The | e primary object i in i adopting the per r diem plea i is two- fold: 


they: are > needed, and pay 


_ First. —To make it the interest of every company ” own a 
“sufficient for its needs; and 
Second. — —To make it the interest of every company to its cars. 


rapidly and to return foreign cars promptly. 
the of , Chanute’s demon for detailed 


a 

q 

a 
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@harge, and will set it forth in this paper. 


; “the inefficiency and carelessness of the lower § grades of employees, who x 


‘only that was sought to be ‘expedited, my proposed 


applies more re forcibly to loaded than to cars. 
“In the letter of Mr. . E P. ‘Vining, 


Pacific Railway Company, published in | April attention is 


a called to the unnecessarily slow and altogether uncertain movement of | 
freight, ‘and 1 particularly where says: “Ibis is curious > observe t that all 


4“ movement of freight becomes the slowest.” This cannot be 


for. upon Mr. Chanute’s hypothesis that the docnnsel speed i is due to cars 
_ being delayed for loading or to accommodate the shippers. On the con- R » 


trary, it is a source of great inconvenience and of ‘material cost to ship- u 


=e and consignees that freight i is 80 long in transit. On ar articles worth — 
$100 p per ton the interest charge at 6° ‘is one-tenth of a cent ‘per 100 
"pounds for each secular day. _ The loos in interest from time lost in 


transit amounts t to an enormous sum annually. 
I would call attention, while u — this subject, to Mr. Vining’ 8 letter 
of January 29th, 1883 (Appendix D), in which he says: If some e officer. 


i“ were appointed whose duty it was to keep an accurate statement as to 


the length of time ‘that such was transit, and this. state- 


= now work, ‘practically, without s supervision from any higher officer, 
“would be remedied. ” Tagree with Mr. Vi ining | that much of the work ety 


_ under the general head of ““Despatehing” of cars, is s done by subor- 


without an any y adequate s supervision. 
I 


cut from the tiedmatmiaiel a few days since the following 7 


“San Francisco, Cal., May 21st. _Freights | from York May 7 


New Orleans were ready for delivery here at noon to-day. ‘The 


Southern Pacific has areas to kee the time up. A frei ht train A 
_ Southern Pacific has promised to keep p. A freight trai | 


consisting of 24 cars, from New York, arrived to- -day over the Central 
Reseed road, the c: 1g been all the way from 25 to 40 days on the 
all- rail distance from New York to ‘San is approxi- 
ean 3 400 miles, and the time named as 25 to : 40 days indicates the 7 
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_— as from 85 to 136 miles per day, or an average of 3. 3.54t to 5.5 5 miles 9 


distance via New Orleansis: 
From New York to New Orleans by water. 


New Orleans to San ‘Francisco by rail 


4 and the time 16 ete allowing only 12 hours for transfer from — to 
4 cars at N ew Orleans, averages : 293 miles per day, ¢ or 12.2 miles per hour. — 
a “s Thus is the. old fable of the e hare and to tortoise e practically 3 exemplified. 
‘One of the best, although indirect, results of the per diem system | 
~% herein advocated would be that thereby a habit of prompt forwarding of 
nz 4 “cars wi would be. cultivated, ‘and ‘as man is a creature of habit, , the benefit : 
: ies a would extend to all the cars handled by the companies adopting i 
‘The ne systematic making- of trains with regard t to the Aestinations 
the cars; their ‘prompt despatching when made up; p; having s schedules 
9 80 so arranged that that trains can ordinarily b be kept “‘ on time;” making prompt — 
and regular cont connections at at the division te termini; making ‘Prompt : delivery 
to connecting ng railways—these : are all requisite to the : making o of a fair 7 
_ and regular rate of speed, and they are all all practical and practicable, A 


great cause of of delay upon many railways i is the making 0 of that 


trains cannot usually. and habitually « conform to. . Iti is far better to have 
_ aslow schedule, and make it, than to have a fast one and generally fail to 


AS. +t A subordinate official of a » prominent line of railway recently said to i 


There is a great lack 
having the transportation 
‘The officer controlling of cars realizes his 


to supply the. demand, and nr urges that ‘more ca cars be built. oS 


ed division ision superintendent protests against more cars, saying that — 


he cannot haul the cars he has; his need is 


g general superintendent, , finding trains delayed by other trains, is 


anxious to secure more main tracks. 


e general or terminal agent objects to to more 2 locomotives, cars or main 


- tracks until his yard and station tracks and warehouses are brought up Po 
the capacity of promptly handling the trafic reaches h him; while 


@ 
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needed 1 to harmonize these conflicting views, is apt to ‘be mainly « con- 
cerned in securing more traffic, or increasing his “ share i in the pool,” 


and the subordinate officers are left to “ ** fight it out.” aa ; 
* It requires careful, systematic and continual study of all the elements — 
of 


the problem to ) properly diagnose the disease, and the proper remedy 


can only follow a correct diagnosis. ss 


The question was asked by Mr. T. C. Clarke, See: C. 
What is the basis. of compensation for t use of foreign cars in Great 


£4 By the courtesy of Mr. James Dredge, Editor of Engineering, and of 


‘Mr. P. W. Dawson, Secretary of the Railway Clearing Hor House o of Great 


Britain, I am enabled to present, as Appendix C, a full statement ‘of th their 


‘regulations and rates for car service 


It will be seen that they charge a mileage rate, varying as to ae 


and as af of with an n allowance time f for h distance, 


oat Open Wagons, Open Wagons, 


Box Wagons, 
not less than 11) 
Bread Vans and ft 6 in. long,| less than 11 ft. 


Double Sheep Cattle W ‘agons, 6 in. on floor 


Vans. Timber Wagons. inside. 


63 miles or less. 

te to 85 miles..| 


129 163 

164 233 
234 and upwards, — 


The ‘sheets ” referred t» are the canvas tarpaulins 
with which the goods loaded i in open ‘* wagons” ’ are covered, and what 


— 
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& mileage rates in U.S. currency are 

—— 
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a (1344 10088 0.672 0.336 

0.706 «9.470 9.935 im 

0.941 0.706 0.470 0.235 

q 0.605, 0459 0.302 (0.151 4 

im 

q 

 ““ 


The m mileage rates for ordinary cars, as above stated, 
ears of which the minimum loading i = s four (4) tons, while for « extra sized 


4 cars s the following rates ‘are 


tons and under 20 tons 2.017 7 cents. 


80 and above. 


For 120 miles to 249 miles, two days, &c. 
For 250 miles and upw ards, three days, &e, 


‘The charges for excess time are per day 


74 Goods swaguas—ondinary ope open and box.. 


Sheep vans. . 
agons carrying 15 tons ander 20.. $1. 


on « 
At these rates, an would p pay, for the But- 


151 c¢. —$1334 


And th this for a car carrying but 5} tons. ~~ oe 


While the existing charge i in S. would be S84 miles 


A Strikes an American as most singular, next to the use of open wagons 

z = - _ sheets, is the fact that the charge for a sheet is just one-half that for _ 

q | 
im 
| 

age charge, is as follows, viz.: 

side the day consumed in loading ory 

2.6 

“43 

= 

gach way, if twelve days 

it 
—— 


: 
number of miles run by railway companies’ ‘wagons on the lines 
of the other railway companies is ascertained by the Clearing House, 


"Referring to the system by which these accounts are Mr. 


Ww rich has a staff of number takers at each point of junetion where such 


any to another. 
- render from their « own n stations, form the basis of the nares House ace 


The number of miles so run by wagons ascertained by Clearing 
> ‘House for r the past twelve months was 256 000 000; while for wr sheets cov- _ 


ering wagons in use » 206 | 000 000 of miles w were 8 similarly charged for, 


= If a '® wagon : be not returned to the ow ning company line v within the _ 
time prescribed by regulation, demurrage becomes chargeable : at a fixed 
rate per day. a -Demurrage | so incurred is ascertained — by the e Clearing 
House (as in the case of mileage), a separate account of 


running, ‘out and home, being kept. 


The number ver of days 80 chi charged for ducing the past twelve, months 


was 366 000 i in n respect of wagons, | and 135 000 in respect of sheets. i a 4 
- Exceptions to the foregoing g general principles are made when neces- eces- 
sary, and these are provided for by special regulations, agreed from 
7 The Clearing von renders to the companies s quarterly ‘accounts of es 


the the mileage of sto of stock, and monthly accounts of the days charged : for de-- 


It will be noticed that Mr. Dawson states that the whole m mileage run 


f he li 
_ by railway companies’ Wagons on the lines of other er railway companies, = 


in 1882, was 256 000 000, which with the miles run by all cers 


on the Pennsylvania 1 Railroad as follows : 


for: all me car pinneeat of all the railways of this ‘country would have 
with its staff of 1 number takers at ‘at each 
4 pare of junction,” and its returns , rendered by the companies from their ; 
s It It will also be noticed that the number. of days for which | 


demurrage was charged du during 1 1882 was 366 0 000, yond this i in respect to . 


— 
q 
= 
4 
5 =. 
a 
= 
; | 
| 
q 
q 
¥ 
= 


system. 
Through | the courtesy 


be 


$0. 238 per day - + 00 00.38 cents cents per mile run, with a penalty or oseenel 7 


4 


a for all over the allotted time of $0. 475 per day additional. 7 The allotted — 


i 
5 miles or less. 


days for 46. 606 to... 139, 815 


Applying these rates to o the case case ) already « cited of a car running from from 


Buffalo to New York and ‘return, and occupying 12 days, the charge on on 
German basis would be: 


igs 


excess, at $0.4 475 per day... 1. 425 


The average charge | per day in the above cited on the German 


excess time is 23. 8 +47. 5=71. 8 cents 


basis (including mileage) is 63.7 cents, and the actual oe per or day fo ro 


*“" On the German ar and Swiss border ‘roads | the rate for excess time is 72 


I desire to call idl ctiation to the letters of Mr. E. P. Vi ining, heats 
"referred to (see Schedu and to his letter of of Mesch 28th, 


-. b BE made the high average of 150 miles per trip, on each line, there would 
been some 1 700000 mileage charges, and an average detention or j 
overtime of only 0.215 of a day each, or only one day’s demurrage for — 

a @ach 700 miles run on foreign roads. — ae 
¥ e benefit derived from the demurrage or 
of Mr. F. Rinecker, M. Am. Soc. C.E.,resid- 
i y, I am enabled to present (Appendix C) the == 

— Ul rates char; or car service on the German railways, the standard car } 
tes charged f the G lways, the standard 

— 
4 

884 miles, at 0.38 cents per mile............. $3.359 
Vii 

Excess of German basis... . . 


1883, and | the schedule attached thereto, in which, in 
‘request, Mr. Vi ining gives the concrete results of two 0 years’ trial of the 
diem basis, and shows that its ere and. its operation 
He shows that during five months in which the per was 


in me Chicago, Burlington : and Quincy cars run on om Union 


the ‘expiration that when the cars were paid 
on the mileage basis, they 61.1 miles per a 
“of 32. 2 miles per day, or 34.5 5 per cent. ; 
> ‘a Mr. Vining further makes this ‘apparently paradoxical ore 
“ During the pane eating Febr uary 28th, 1879, we paid t the Chicago, 

Burlington and 453.78, and ‘used their cars for 14 093 
this being an an av wverage of a little less than 46 cents per day. . We, how- — 
‘ever, ran these cars only 861 508 miles. we run them an average 


of 3 8 miles per as was as done: during the time that the per 


098, , ond for this use we would have paid $4 ¢ 617 ‘instead of ‘the 

$6 453. 78 which, we actually p paid It therefore appears that both. our line 
and the ‘Chicago, Burlington and Quincy lost n money by the change ¢ of basis. a 
They, instead of receiving 50 ¢ cents per day, received only 46 cents, , and 


we, , instend of ‘the: $4 617 for 861. 508 miles run, paid $6 453. ia for he 
Thus we see ‘that the adoption of a fair, equitable and business-like 


works beneficially to both parties and harmful to none. 
7 ‘a letter from Mr. John Reilly, Superintendent of Transportation a 4s 
ania Railroad, I am adviged that **for the first nine months z 


of 1882 the Pennsylvania Railroad cars 5 assigned t to ) the Pennsylvania Rail- 
road and United Railroads of New Jersey divisions, and the mileage these 
cars made on over other lines and foreign roads, I find that the average " 


daily mileage, including Sundays, v was os. 45 miles, ” equal to 42. 52 miles 


secular day. 


About 30 per cent, the ‘equipment was on foreign 
roads or the lines west of Pittsburgh b during this time, I I made an esti- 
Fc iy ‘mate a short time since of the average ‘mileage of some of our cars on a 
g the roads in New Engiand, where the movement has been very bad, and 1 
found that for month it was 20. 46 miles Gay. (This would 


pay the Penneylvania Company 15.5 


| 

- § 

| 

— 
q 

q 

| 

q 
4 

4 
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t leads movement of loaded cars and to non- “movement of empty 
gars; that it ‘not practiced in other ‘nor does any like 
on obtain in 2 any other business in this s country, I think I have — 
shown ec conclusively that a change is not only d but absolutely 
necessary. a —_ 
the diem basis: is entirely practicable, as W witness the 
‘ years’ trial on the Union Pacific and Chicago, Burlington and Quiney 
Railroads ; that it is in use in a modified form in the two leading Euro- e 


(for their system is mainly on a per diem basis); and that 


pean countries ; and 
‘where used it has the effect claimed for it, to ‘expedite the x ‘movement of 


cars and freight, I think I have established its claim for adoption, and — 


will to set forth m lan, is as follows: 


The greatest difficulty, indeed the only one met with in this 
branch of the subject, ‘is the fenting of ‘the system, or changing to it to it 


To do I propose that the take effect upon ‘the first Mon-— 


A put by its on on private sidings, \ warehouse tracks, ¢ ete., , and — 
quently make up a report to to each company whose cars they have, show- 
ing in detail the initials, ‘numbers and capacity i in tons of such an 3 

(See Appendix F, Form A ) ‘That such cot company ‘make such report to 


(Form 2). ‘That a a copy of the re ‘(Form 3) be se sent to each interme- 
diate ) company through whose hands it should pass, and when ‘such — 
= ‘reports are all | in, which ‘they should be by the 15th or 20th of the — 
‘month, each ¢ company ‘should send to its connecting lines a 


= 
— 
E ; _ This business, of course, is largely through cars, and should have made © 
- aa 4 better time, but it shows to some extent that foreign roads do not handle i 
a ears of other roads very promptly.” 
4 ol That the present mileage basis is unjust to the companies furnishing _ “Tad 
q 
q 
q 
4 
4 
4 
| 
— | 


"statement of the cars with which ¢ each ‘connecting line i is en bei ing 


_ such as are on its own line, together w: ith such | as are on the lines be- i 


ond, and through it to ‘the owning company. 


Railroad Company, and suppose that the Central Pacific Railroad 
pany reports (Form 1) th that it has (giving initials, numbers and capacity — 
7 in detail) 6 cars, aggregate capacity 110 tons, and on Form 2 makes the — 


Theres are on our line (Conte Pacific) 6 Pennsyl Ivania Railroad om, 
Pacific, Chicago, Burlington and and 
Then the Central Pacific sends a similar 1 report (Form 3) to the > Union — 


Pacifie Chicago, Barlington and d Quiney, and Pennsylvania Company. 


“ageregate capacity 580 tens, which we will: report through h the 
The Pennsylvania Company reports to the Pennsylvania Railroad — 
— (Forms 1 and 5 Penneylvania cars, 


‘against the ‘Pennsylvania (Form 4): 


wae 
For cars cars of this ec company on lines, and reported throngh you 


BY. 


Pennsylvania Company. . 
and and Quiney... 
Unica Pacific. 


n example will make this clear the cara 4 — 
“a 

4 

. 

a Company (Forms 1 and 2) 24 Penna. Railroad cars, aggregate capacity q 
7 tons, which we will report through the Chicago, Burlington and 
Quincy and Pennsylvania Company, sending a similar report (Form 3) 

The Chicago, Burlington and Quincy reports to the Pennsylvania 

— 

‘4 — 
7 
ie 

= or Cars.  Capacrry. 4 

| 


= Quincy includes the last two in its charge “= the Union Pacific, | 
init its turn includes the dened item in its charge | to the Central Pacific. - 
‘Thus: it makes | no difference i in the end through what intermediate lines — 


any com company re ports cars to the owning company, as the intermediate 

companies pay § such charges at one end of their line and charge it to ; 

their connecting line at the « other er end, just as advance charges on freight — 

- a paid at one point of connection and collected at another. “4 It will vail : 


pooteralile, however, that foreign cars be reported, so far ‘a8 can conve-— 


-niently be. done, the line. and thor oute over which they will be 
home, or to that by which they are most likely to be: returned to their 


these have been m exchanged, and a accounts 


its i connecting Mees ‘all the ea cm by it, 
to be | reported to : it which were off its ¢ own lines on the Su 


which the inventory was taken as provi ided, and the numbe 


? pacity of the cars appearing chargeable t to each connecting line beco ecom es 

the initial entry , of the debit account to which will be added the cars de- 

- livered on the first day, and the sum forms the basis of one day’s 's charge 


or debit, to wit: : for the Monday | next ensuing at the rate agreed upon per — 
ere ton of. capacity, ‘against which will appear the credit to which’ 
said line is is for its cars on the first named com-- 
on athe first day, the balance between the two aggregates being ‘the ton- 
mage to be accounted for during the first t day. 2 See example o on F Form 6. 
These debits and credits thus become the starting of a a state- 


= for the ‘monthly s settlement, , like the “balance brought forward 


— The tonnage capacity of — cars is entered, because, as will herein- _ 


oes — ‘z suggest a rate per diem on the tonnage capacity. 


Having thus started the , the ke keeping of the daily record a 

_ becomes very simple, -and is kept i in a form by means of which each c com- 
pany knows that it is ‘getting paid for all the time th that its cars are abe 


and this regardless | of whether or not tit keeps any record of 


a a “a _ The Pennsylvania Company, in its statement to the Chicago, Burling-— 4 
4 q | 
{ 
| q 
im 
which are 
3 
it 
| 
i 
| 


| 
q 


company, at its junctions with ¢ lines, daily 
of the initials, number and capacity ¢ of the cars delivered by it to « to each 
‘connecting line, and received by it from each connecting line. This. 


statement agen up daily (Form | 5), is . signed by both agents at the 


| ti being kept by each agent 
4 junction sta sta tion, in quadruplicate, one ‘Copy | being cept by eac agent 


and one ne COPY sent to the « car ar accountant ¢ or auditor of company. 


; ‘daily entry in \ the monthly « account, in which no distin ction is made be 7 
tween the cars s owned by the company ma those owned by ot: other _ 


and delivered or received by it. 


This» will understood to be true when we consider that in this 


= ™ capacity 20 tons, A becomes entitled to a credit for a 20- ton car,in 


- its account with . B, irrespective of w whether the car be one of A, ora car 


_ belonging and to B, is be the car of C, D or B 4 


-«- to or from its domicile over the line B. See Ss 


Neither will it affect inet sunt whether any car be returned to its | 


wall 


officer, a monthly car service accoun 
each company and its direct « connecting on a blank 


data for which will be in of 


following of an stated between the Pennsylva- 


© nd the Pennsyly 


mod of keeping an account, t, when company A delivers toe company B a 


= 


q 

| 4 4 
— 

‘ 

reached the end of the month, and the daily accounts or 

4 on Form 5 having been duly made and forwarded tothe proper 

| 

4 

| im 
q ii 


Pittsburgh d dt ne, 2. 


BALANCES 


Cc 


Rec’p DeEtL'p 
Dr. | Cr. Dr. or. | D Cr. | Dr. 
Tons. | Tons. Tons. Tons. Tons. Tons. | Tons. $ Cts. $ Cts. 
2105 2 460 2945 4.565 1620, 
2 850 2 830 4470 


3.260 3.670 


‘The first entry is for the amounts of tonnage shown as s the totals 
be ‘They will not reappear in this form. tate & 
Pa Be. The st starting ¢ entry for the next month's account will be the ‘* 
ls for Day,” to Dr. or Cr. on the last day of the previous month. a 


2p.—Rvtes anp REGULATIONS. 


be be charged the balance for the 
g forward the 
balance from the previous and or as ‘the case 


‘requires, ‘according a as the balance was Dr. or Cr., | the « cars delivered and 


daring th the day. —e 


 - — 4 
For Car § a ja 
= 
4 
ii | 
\ 
= 
itm 3 
} 
‘ 
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ay may be made to and the previous s day | to end, a 
In this case all cars delivered to either company t before 6 A. mot 

ext day are to be charged to o and accounted for by the company to 

_ which sais are delivered for the day of delivery. Or, the day may be begin — 


at midnight, and all cars delivered before noon be ) counted as delivered — 

7 that day, and all delivered after noon be — 
Zz 


as delivered the 


company ha has a traffic, upon which | is a avery 


_ short heal, » it might result unfairly as between it ond the next company, 


Suppose > road A | delivers cars to B, li Bt 


ransports b but 20, 30 or | 
40 wane and delivers te to duh the time required ian “a the cars » from Ay 


Per contra: Bu may take the cars: rs from er | them to ¢ in 


‘the same me day, i in which case, e, while A would charge them to B for that | 
day, B a charge them to C for the same day, , and Bw B would pay ~ 


When blockades oceur from natural or unavoidable causes, ‘the 
blockaded road : should give p 


rompt notice to all connecting — and 
- they to to their connections, to stop shipping freight for the ‘blockaded 
road until the blockade is clear. In this, 


a case of misfortune, each 
road should hold the cars it has for the ‘blockaded road, and receive no 


: more until notified that the blockade is clear hpi is 
‘The consequent loss should lie where it falls. ad 
. When j a blockade i is imminent from excess of care and lac 
fac weg the r 


l notice 
after da 


ays | it will ‘decline to: receive « cars ater the threatened point. 
All cars that may reach the ‘point of ‘connection within the days” 
should be din the ‘Toad notice, Or for or in car 


— 
In either case, it will be found to work as fairly for one company as q 
| 7 
THEN vo Tes JURCHON WI hd deliver to U, May De DUL TOUR 
i — 
each quarter of a day at one-quarter the daily rate,in which case the jim 
monthly account (Form 6) would contain four entries or lines for each - a a 
4 
| = 
4 The threatened road may give imn 


for its threatened in which case it should r ot be obliged to ) receive 
- cars loaded after the day of notice until the blockade is clear. bik 


Connecting roads should not be required to receive cars for the line — 


threatened v with blockade after r the ‘ days notice is given, unless it has 


days. 1 The t threatened or blockaded road should 1 required to receive 


or give credit for its own empty cars when tendered at its | connecting 


station. ‘The number of days notice ‘should be enough to allow 
ght to come from all principal points of shipment, and might vary as 


to very d distant points, so as practically to admit or enable all cars en 
Om dapad to reach the > point of feonnection. T The 16 management ¢ of a company 


in fault permits a » blockade other natural ‘Causes, and 


el ‘When a foreign car is } destroyed, immediate notice should be given 2 
"to its owner, and the company y destroying it should pay its agreed or 


assessed value, at and the per diem rate for r — days, 2 after which time it 


be credited through th the with car 


company, 
‘The — for number of days should be filled with such Perel 
7 ‘will reasonably enable the « ow ning company to build or procure a new a 
Under this system | there will be be n no “lost cars.’ a company 
destroys a car ‘car and does not report i it, that at company will p pay the 
diem on on it perpetually, as it cannot get a credit except by y delivering a 


car, ¢ or in the n manner Prov for fora 


cannot | promptly, but for which loading can be had by y retaining 


m”’ 


has been in objected, t that when a company has foreign cars, 


” system, they will 

re returned empty, when “perhaps: ‘the ow wning company does not need. 
Mitr 

them, “This case can be prov ided for by the company heving the 


cars, the o owning company’s on to retain the om, free of 


a 
| a 
| 4 
Day the penalty it does Not give apie notice 
| 
| 
7 
iz 
| q a 
q 
— - 
‘ 
— 
a Bs - 7 _ they are sent to be loaded, as may be agreed upon. The settlement for 4g 
4 . _ this should be by an account rendered to the owning company, showing c ; 
os _-—s the numbers of cars, the dates they were ready to be returned empty, __ 


. % have receiv ed through the reg regular "channel, , that 0 of its connecting ng road), 
by a voucher in favor of the e company : so holding its cars by its consent. — 
‘Baise can and be from time to to govern 


which it may subject under the general 


- —As TO THE TO BE CHARGED. 


“value I estimated for an average © car ar of 15 tons saute ty, with an | average P 
load of 4% its capacity, | or 11.25 tons, ‘an average mileage of 373 miles ‘al 
day, and average net earnings of of cent per ton per mile, to be 
> i $1.25 La day, and then assumed that $1. 00 per day “would be as low a 


rate as could ‘reasonably be fixed as a charge for demurrage and for 
the use of cars when on on foreign road is.” 
7 I still ‘consider the 1 reasons given for that view as unanswe erable a 
4 


an equitable point of view, but because m: many | companies 28 will object to 


compromise of ‘more or less opposing views, ‘suggest the following 
Ana 


There being now so many and | widely differing tonnage 


four- wheel cars ¢ of 5 5 tons and 8 tons, s, eight -wheel cars of 10 tons, 15, 


: 25, 30, and it is said 35 tons capacity, it is not equitable that the a 
should be ne pare car ; and consequentiy the standard or basis should be the 


Fora 5 ton car, 25 cents per 


q j the dates they were ready to be loaded, or that fixed for their return, and y 3 4 _ - 

— 

_ In my former paper I stated, as a principle that should govern set- 

tlements for use of foreign cars, that companies using them should pay 
? 
the charge and hecanse most new donortures have to be arranged hy 

q 
ontheca- 

i — 

in 


™ This plan contemplates no charge for Sundays and né national holidays, 


J, 


os hich will be considered and treated as a part of the previous business 


This wo would cover cost of or unloading, sv sw itching, &e., at say 
~~ cents per t ton, and allow ” cents per ton ton, or duped equivalent of two 


_ reasonable a) allowance. agree line taking more more time should pay for it. A 


better system will be: required than is now in fer distributing and 


collecting c cars in cities. The engines doing that service should run on 
schedule time, and» when cars are left siding or warehouse track 
4 they should be receipted for and the time of delivery noted. To i 


Shippers and consignees loading and unloading cars themselves 


- ‘should be be allowed twenty-four hours after the cars are’ in position to be 


oi loaded or unloaded, and if the cars are not ready w when the engine comes” 


7 for ‘them, not less than twenty- -four hours later, demurrage should be 
charged, say at one- -quarter cent per hour per ton ton on the capacity of ~~ - 


car, from the expiration of the twenty-four hours ‘until the engine gots 


the car on its next ‘regular trip after the car is ready. 
@ rage charges should be as regularly and certainly collected as_ 
"freight charges, ond the rates should be distinctly set forth i in all tariffs 


for charging and per diem rate for car r service. It 


ou 


im ‘may require some modifications, but a careful examination will show it 
= be hoot from most of the objections urged against such a a system, — i 
is, 20 far as Iam aw: aw are, the first attempt to formulate a plan for 


herein or in pert on as 1 used i in England nat I believe: to 


be inevitable, and that at an early « day. 


The deliver ry of freight in the large cities is a matter deserving atten atten-— 


tion in the consideration of future i increased efficiency. i 


. I would call attention to the | report furnished by Mr. George A. 


| 4 
j a Pa. 2. To compensate the terminal lines for the time jas 
- loading and unloading, I suggest the allowance of a terminal charge at | 
| 
4 
= 
4 q 
| 
4 
= 
7 
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Guteh (attached hereto as “Appendix E), which gives the cost, 
and charges made for the “* Col Collection and Delivery o of Freight in in London , 
“and the Provinces by English ” which will be found 
cannot close this discussion without calling Special attention to the 
necessity. of preserving a due and relative strength in the track ad 7 

bridge superstructure to the load which they ey are to carry. — 
_ The great increase in weight of locomotives and freight ital must fie 


accompanied, parri passu, with a corresponding increase in weight of 


‘rails and bridges ; ties must be laid closer ; ; joints x must be further | rim 
, proved, or increased expense in maintenance, and probable | increase in Be 
train accidents, must follow. ~The increased weight of of loaded cars hee 
already developed ‘a marked increase in. in the number of broken wheels —— 
and it is evident that wheels should be made heavier and better, and 
probably of larger diameter. - ‘The ) subject of freight om car springs will 


ig 


It has long been my opinion, that a passenger car truck, so far a8 
are concerned, would 1 bef found economical for freight cars, 


: ‘particularly when the 1 weight o on trucks exceeds 50 000 pounds. he, 
_-‘That excellent instrument, the Dynagraph, invented by Mr. P. H. ; 
That exe 


now on at the Chicago Railway Exposition, shows, a 


® been run, | since the increase in weight of cars 


the expense a any railway company ‘to p period- > 
its track by means of Mr. Dudley’s Dynagraph Car, the 
records from m which will develop fs facts of of great importance, #i the existence — 


of which has been unsuspected, or, r, if known, their lesson has in — 


My especial acknowledgments ar¢ are due to the officers of Penney. 

vania Railroad Company, the Pennsylvania Company, Mr. E. P. Vir ining, 
Freight ‘Traffic: Manager, Union Pacific Railway ; Mr. James Dredge, _ 
editor Engineering, of London ; Mr. P. W. Dawson, ‘Secretary London 
"Clearing House, and Mr. George A. Gutch, for valuable aidandinforma- _ 


> ‘ tion furnished for the p preparation of this paper. 
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APPENDIX. 


< ‘Since the foregoing was read, I have received, through the courtesy 


oot Mr. George Darlin Darling, G General “Manager of of the White Line (composed 
of cars owned ‘ey onal and running on the line « of the New } York Central & 


Hudson River Railroad ‘Company, and “the Lake ‘Shore & Michigan 
Southern Railroad Company, | and their connections), a statement of the ; 


= 


4 number of cars in the line and the miles run by them i in each year from 
to inclusiv which I append, the average mileage made 


AVERAGE | AVERAGES PER Day FOR 
PER CaR, | Day.  $§.|§ #$$ GROUPS OF YEARS. 
506 22926 | 
664 | 23.000 | 

i 

66.54 


= 


t 


es 


2 
Bs 


553° 


| will be observed, that as ‘the number of cars were ‘increased, the 4 
7 8 average number of miles run has steadily decreased; in 1868-70, with less 

_ than 1 000 cars the average mileage was: 78. 27 ; in 1871-2 with over 2 2000 

—s« Gars, as 71.47 ; in 1873-8 with 3 100 to to 3 500 cars it it was 64.1 io 


1879-82, with 4 000 to 4 800 cars, they averaged 50.83, 


4 
ii | 
| 
im 
| 
|} 6 years, 64.16 
| 
= 
/ 
| 


2 


Mr. Darling says : ‘The steady decrease in the of our cars is 
not so much owing , to the increased equipment as it is to the fact that in . 
the e early history « of the line, White Line cars were used 1 solely for ‘White 
‘Line traffic, but. later, owing the necessities of ‘Dasiness other cir- 


_ cumstances, many foreign cars were used in the White Line service, , and 


rritor became me so nded tha rown t b 1 —_ 
“our territory became s extend ded th at our own cars got beyond our con- - 
‘trol toa certain extent and often were lying idle, while ‘common cars of 
 s In other words, when business is active the ‘companies use the: sie” 
ars i in their local traffic where they make ake light mileage, while when busi- a 


~ ness is slack they hold Line cars empty on sidings where they earn no 


mileage a and load their o own cars which are thus” made to earn mileage 
properly belonging to the Line cars. 
The reduced average e mileage during 1879-82 is the more noticeable 
because they we were years of ac active demand for cars, and during which — 
increase in car equipment on more than double that of any previous 
_ The same state of facts was ‘noticed in the mileage of Union ‘Line | - 


(Transactions, November, 


Mites RuN | AVERAGE MILEAGE | 


24 904 


69 | 19 


Ww hile the Union Line » average is uniformly better than that of the — po 


Ww hite Line, the percentage e of decrease which accompanies the increase _ 
in of cars, is surprisingly similar. ‘Take for 1879 


im 
— 
ag 
— 
3983 | 27811 88.85 |) 
1982...., | 4818 45.73 | 


they compare as follow : 


No. Cars. Datry Mreace. 
4052 79. 57 


pore is clearly summed 1 d up in the Mollowing: 


When cars were few, ‘they received personal of their 


“owners, \ which kept them in motion so that they made a fair ‘average 
mileage, although at no time was the mileage what it would have been 7 
4 with other facilities, proportionate to the number of cars, and under the c 


wh 


th mee enormous increase in number of cars (five Lin 


extension of the territory, over) whicl 


aly were not correspondingly increased, a and in consequence, mo ‘move- 


= serious s question whether further i increase in cars, under existing cire cireum-— : 


¢ stances will not actually i injurious. 


one movement of their cars, is to to make it the interest of their custodians, 


_ wherever they may be, to keep the cars in motion, This can be best 


accomplished by a per diem charge. (x 


merits most careful of the Railroad 


= 
= 2 
- 
— 
— 
— 
a PerCent.......| 15.72 
¥ | 
4 While the causes cite 

— they are run, personal supervision 

3 the owners became 1mpossivie other facilities, power, terminal, 
— 
— 


“APs 
99 
be inserted after page 221, Ve 


Ameri ican Society of | Civil Kaiteays be 


more Sor the Tr “ansportation. of Fr reight By “illiam 


Shinn, M, Am. Soc. 


the existence of 200 000, cars whieh are re not needed fort the: 


trafic of the railways of the ‘United States, there are 


part from th the | ineftc ient movement of cars, which i is partly cause 


the effect of the surplus i in their number. 


Allowing an average of 35 feet per for the standing 
for these surplus cars (for surplus cars are ‘always staring somewhere), 


tracks will be i in or contiguous to cities and large to towns. BS: ‘Ata an average 


a Sm of 85 000 oe mile, to cover and, grading and superstructure, this 


ill b cent, $2 318 318 750. 
oh c charge will e, at 7 7 per cen 


The maintenance of these teneks, af at $1 250 iad per annum, 

costs $1 656 250. Mr. Poor, in his Manual for 1883, estimates the og 

the freight transported in 1882 on all the railroads in the United 
— 


States at $15 000 000 000; one 5 day’ y's ii interest on which, at six per cont, 
be $2 500 000, Ite we estimate the average detention 


$10 000 000, and the loss ‘resulting from i car 
items above enumerated reaches the 


28 975 0 975 000, with many items of increased e 


annual interest on the debt of States as it 

‘The lens to companies, an business men 

of the country acting from the inefficient movement of cars is thus : 

seen to be equal to. and probably i in excess of three. four ths of the interest 3 

on the national debt. 


ity will require 1 325 miles of yard tracks to hold them, most of which a " 


POSTSCRIPT. 
— 
= 

— 
— 
— 

2 
— 
ia 
| 


— 
4 
— 


Companion of of this country. ‘The whole. number of freight cars in the 


= 


per e car per day can, bya a proper system, m, and the necessary power, etc., 
increased d 33} per cent. (as I believe, and think I have demonstrated) 


it follows that 600 000 car cars ¥ would do me the w ork now done with 800 000; 

{ the ‘surplus of 200 000 cars. “represents 01 over one hundred million dollars © 
Ue ($100 000 ) 000) invested where it does no good, and not only that, but . 

"where it actually does harm, by impeding the movement of other cars, v. 
causing , needless blockades, and begetting habits of negligence in the 


of all cars. If If this true, there i isa a maintenance charge o of 


a 


a the unnecessary investment in the cost of the cars, or seven million . 


$7 000 000), makes an ‘unnecessary charge against the traffic ‘of on: 


y amounting to dollars ($15 000 000) per 


— 


a 


— 

q 
q 
— 

q -countr ‘ 4 

| 


1880 


‘THE Comraratiy 


‘T 


OR Trac kK” WH HEN THE 
WITH ‘THE 


Cost ims WHEN THE RAILS WERE 


Pennsy LVANIA AD AND BRANCHES 


6 355 865 | 
¢ 


7 | 2472 434 
9 144 
10 471 582 


2 601 


2 909 374 


5 years... 39 970 O16 
il 225 810 

12 569 


4 
1879... 
42707 


4 678 629 


5 O97 2: 29° 


years... 65 943 012 


hie 
2 051 625 

2 302 968 


502 


3 756 820 


‘Total. 


Per Cent. 


a 

8 407 490 

9 207 856 ve 1.90 

9 830 971 ka 
11 480 
13 380 956 


74.85 


52307919 | 76 
14 847 569 
16 326 168 © 


16 776 008 


98 


| 
54 
19 084 


15.48 
20333818 | 74 


— 


87 (368 


— 
— 

— 1871 1011892207 
— 1190144636 
a 
60) =1732003131 1 
298 317 922 
— 14 (2655 438 764 
— 1882...... 15 236 589 2 879 542 701° 
— 21 425.174 11702010805. 


Cosr oF Mart TENANCE,» 


Dollars. ‘Dollars. Dollars. | Cents. Cents. Cents.|Cents. 


1868... 404 | 223 260 | 481 | 168 762 | 11.44| 2.65 .1076 0249 


| 768 127 | 275 901 5018 | 899 8.34) 2.99 0765) .0277 

750 370 205 800 | 561 653 —-:154 042 2.07 .0679). 
897790 | 215 824 694 350 918 1. 88 .0686  . 
1021 297 166 989° 685 


5 years. 4 399 988 3 358 769 | 827306 | 8.41 2.08. 
1878... 799 382 879 657 


424 979 104 800 589 


179 792 | 411343 1.49) 3.28 .0078 0179 

659 003 | 326080 | 473039 2.46. 3.45 .0123|.0178 
741: 119 360 656 | 561 510 2.42) 3.64 .0128) 0195 


2 759 512 am 806 | 2 049 138 1.79 3.16 .0095)| .0175 


The division between Passenger and Freight for 1868-1872 is made on basis of engine 


mileage —for it is divided 


| 

1869... 3 

— 

2 0.95 2.60 .0049 .0148 

Pe — 

} 


SOBEDUL LE A—(Con 


PrrrssurcH, Fort WAYNE AND Cuicaco AY. 


= Run By ENGINES. 


Freight— 


4574 204 | | 


228 791 


807443 978 


oan 


37 776 987 1595 098 5802085 


n 
tw 


By years. 10 116 492 i 4483 400 | 14 892 69,2 


1 


555 974 7054: 223 
462 474 | 286 = 806 257 399 
7916719 2015 298 9 932 017 
7514 672 2199 714 388 35 991 


34 078 2 228 695 43 306 937 


— 
— Ton Mileage. = 
— | 
4 
7 
1880... 
— 
188 
1982... 
ab q 
— 4 283 165 827 


Labor. 


43 435794 297 080 956 


927 398 1 22 028 -78) .1431 053: 

0 | 312043 138 478 0454 


182 863 | 1.68! 

187 970 0118 

9 
60.484 210.070 

115-626 -293903 | 92153 234240 1.16 2.96 .0088) .022 
83-340 305 132) 64463 296019 3.14. 


3.08 . 


404 075 


. a The division between Passenger and aes ‘made or on basis sof th the engine mileage. 


—— 

| * — 4 ge 

q 

| 9,52) 4.48|.1273) 0599 

— 

488140 1944 | 
— 

years.| 1.354.061 | 578 669 521 400 462 | 9.27, 3.95 .1217 0520 4 

4 1878, — 

899. 

— 

years. 513.985 1 336 801 1 094.0245 

% 


oF THE Ratway Hows SE OF Great Barras RELATING 


bet 


Cua 


Sheets, with loads. ofa a ton or w he ther ‘ran Goods, Pas 


Special Trains viz. : 


| Box Wagons, |not less than 11; Open Wagons, 
Break Vans and /ft. 6 in. on the) less than 11 ft. 6 
Double Sheep floor inside, Cat-| in. on the floor 
‘Vans. tle Wagons and inside. 


r|.6663 per mile. .500 per mile. .3333 per mile. . 


-_ ‘The sa same e charges are made for the use of W: agons and Sheets with loads — 
of less than a ton of the under-mentioned traffic, viz. pO ne 


Fresh Fish. when passing the the junc- 

- | Fruit nel ing tion of the parent line the 


Apples, Pears and weighs not chan 

Fresh Vegetables (inelud- 7 


ing ( Cabbage Plants), 


= | tion of the parent line the | We wis. 
Wicker, W indsor and 


load weighs not less than 
Abercorn Chairs, to or from 


ry. 
= 


— 
ssenger, or 4 q 
— 

— 
q 
a 
— 

‘ 
— 


Double the box. wagon rate (as above) is for ‘the 
powder van vans s containing ¢ gunpowder or or other explosives, whateve 


4. For wagons Tee to carry articles of unusual weight or bulk, oo 


and so used, ‘the mileage charges are as follows, v iz. : 


15 tons and under 20 tons, 1d. per wagon 


is not, charged upon upon wagons with reeze, cinders, “coke, 


DEMURRAGE CHARGES, 


If wagons 4 are detained at atone beyond two 


charges as follows are made, ' viz. 


Goods wagons: (ordinary), open and 


~ 


— Cattle wag Sheep vans, Coke wagons, w hen — vehicle per 
consigned to railway companies. 


ineral wagons, 


- Wagons constructed to carry ) 15 tons and und 
articles of unusual or } 20 


20s. 


age is net charged wagons loaded with 

lue Billy Iron ore. 


Lime (not 


Mill furnace cinders. or burnt ore. 


detained stations b 


For the first day, 6d. per be: 


a _ _ For every day after, Is. per day. 
Maximam charge as for 60 days. aut 


ise of gun- q 
a 
| 
is 
q er 20 tons, 6s. per day. 
— 
4 Char or calcined ironstone. 4 
>. nd two clear days, demurrage = 


9. demurrage for w ond period of of exemption 
rec 


they leave the lending station; but in the ot wagons and folded 
‘sheets, uj up to the time they are , deliv ered to the next « company at the junction. ; ‘ 
_ Should the period of exemption from demurrage fixed by this regulation _ 


i 


have elapsed at the time a loaded wagon or sheet in use leaves the dl 


one day demurrage is allowed for getting | it to the junction with 
ad next company’s line if the distance be under 120 miles, | two days if ~~ 


tance be 250 miles or In like manner, and 
sheets retarning he home are allowed an additional day before the 


_ charged, ‘if the length of the journey be more than 119 miles, = two days 


_ above 119 miles and under 250 miles, and wapedh days ‘if the length be 250 
“miles or upw ;, but demurrage is charged if those periods so exempted a are a 


company loading o or relabeling a wagon, whatever be the. weight of 


its load, in a wrong direction, is charged domurmge from the day on which . 


- the wagon is sent wrong until it arrives at home, unless before its arrival it 


_ be missent by another company, in which case the liability of the first com- 


a, pany onam, and the second company , renders itself liable to demurrage 
from the ime t the ect of wrong § is Companies who ‘detain a 


charge made ay against the companies ‘for the wrong sending. 


ae APPENDIX C. 
Exrnacts FRO Lerrer oF F, RINECKER, M. Am. Soe. c. In REPLY TO 


OF INTO ON THE Banwar Sysrem or 


GERMAN AS To To CHARGES FOR Car SERV ICE. 


March 9, 1883. 


The German railways under the n management of the Government, as = : 


epented uni an 


_ = 
| ; 
; 
— 
— | 4 
q 
ie a - - One day exclusive of the day on which the wagon or sheet was received is 
edd éffor its transmission over each railway traversed during the journey, 
4 
— 
4 
4 
a 
— 
— 
— 
q 
q 
are charged for such excess detention. and the amount _is deducted from the 
— 
— 
— 
— 
' 
— 
— 


their dele- 
One of the questions th thus arranged is payment for se service of 


foreign cars of cars), for which settlement is made 


“atthe following rates, 


+ lL ~The general rule is to charge for for use of cars on another -railway— 
loaded or empty—1 mark (23% cents) | per er day, ; plus 01 mark ( 238° 


, —_— ), per kilometer run (equal to 38 cents” per, - mile run) p per car, the 

and capacity of cars s not being considered, the usual tonnage 
es, 
capacity being 10 kilos. or say 11 tons. (See rule 4 4 for demurrage 

> 


ere cars detained beyond allotted time. 


2. Payment for. distance run, without a ck charge per day, is the rule 


ealy between Swiss and German border railways; the rate charged is 
«. 01 franc” per yer Achs kilometer (there being | cars with two at and three 
axles), equal to 0.3 31 cents axle mile, After the expiration o of the 

y a allotted time ( 


each 225 Kilometers (139. 815 miles) 
unloading a and loading... 2 days. L 


After the expiration of allotted time 2 marks (47.6 cents) are 


charged | per car per day : as penalty (verzoger ingsgebuhr), in addition to _ 
the regular rate rate of 1 mark per day, making the cost t per day over the © 


time 3 marks (71.4 cents,) ) per car. 


the well- known M. v. v. Weber, Lehrende und 


Zeitung,” 


“The freight cars Prussia, in 1874, ran 14 979 axle kilometers. 


‘aides that about 204 ‘days i in the year were spent in inaiiticie and — 


working (earning) moveme ent, while 220 days were spent at stations, 


“loading and unloading, waiting in custom- houses, making up trains, 


te, and 124} days in ‘repairs and on tracks idle. 


— 

a 

— 

¥ 

| 

| 


~— In Prussia, 1874, 7780 kilos. p per axle, 


find the cars during the whole year were used equal to 10 
actual running capacity, fully “loaded. Ripe Baw 


as ‘Thereby the dead load i is 56. 400 kilogrammes for 20. 000 kilogrammes : 
noved load; and this goes | to show’'the little actual service furnished by 
and and complicated railway ‘apparatus up to esent 


APPENDIX 


Pactrre Ramway Company. 


Mr. Sarxy,—I am in your favor of 20th inst., 
am am glad to learn that my former letter was of some little use to you. > ‘It 


is one of the points : in which o our it railroad business is open to criticism, 

that it is a very difficult matter, and one involvi ing a great deal of time- 

and trouble, to obtain any full and reliable ‘Statistics as to the time that. 


ime that 
i. freight shipped over two or more railroad lines is is in transit. a No check 


_ of any nature is kept by ar any one, so far as I know, as to the length of a 
_ time that the freight may be in transit. _ Movements of cars can be fol- an 
lowed, through the - accountant’ 8 offices, but when freight i is repeat- 


edly transferred en roule there is no « check up upon n the length of time that P 

be occ’ be occupied by the transfers. When freight from New York or 
any other eastern point reaches Council Blufis, we have no means of — 4 

9 knowing ng when it . started from the p point of shipment, , except that in some - 

i eases, in which | there are claims for for overcharge, losses or losses or damage, con- — 

| _ signee presents us his bill of lading, together with the expense ire 
‘These two papers, taken together, the length of time that 

4 freight was en route, and it was upon my recollec tion of such claims, as 7 

h have made | from time to time during the last elev en or twelve 

"years, rs, that I founded the statements contained in my former letter. 


kno know these statements to be substantially cornet: as to the usual sual length : 


“Estimating the average load of the freight cars when loaded (the 
— 
— : 
| 
a 
q 
q q 
4 
4 
| 
— «C| 
= 


the official data, and it would require many months’ records as to such — 


cases as they arose to secure sufficient data to be of value. 


One important step > toward the making ‘of better time would be the 
adoption of some system by which freight could be billed through | from 
shipment to point of destination, over as many lines as might 


ben necessary, y, upon as single way- bill, thus a avoiding the present plan of 
rebilling at transfer points, In order to carry out this plan : successfully 
it would probably be necessary establish a clearing house, If this: 


“plan were adopted, and if some officer cer were appointed. whose it 
was to keep an accurate statement as to the e length o of time that eacl bh 


shipment wes i in transit, a and if this. statement were properly brought to 


: the: attention of the m: managing officers of the roads, I believe that ma: ny 7 ’ _ 


‘delays thas that now occur cur simply through the inefficiency and 1 carelessness — 
of the lower grades of employees, who now practically, without 


8 supervision yn from any higher officer, would be » remedied. Py — 


Yours truly, i 
YVINING. 


March h 2d, 1883. 


Waius P. SHINN, Exq. » Windsor Ho 1, New York City: 

- —Replyi ‘ing to to your inquiries regarding our trial of the per 


be 
: an “Dass for car service, I would state that 1 I took the matter up some , 
eight ago, with both our western and eastern connections. 


“system in in practice, bat wher the attention of ‘the ( General Manager 


the line was called to the subject he canceled the ‘agreement. I ik 


agreed me that it was the only proper basis, and we finally 


This remained i in force bet betw een the Chicago, Burlington 
Quincy and om line for some two ‘Years, when it was abandoned, at 


the request of the Chicago, Burlington : and Quincy, u upon the ‘ground — 
that, as we could not get any other lines to join in the it was 


| 
time. but as have kent no record the sunbiect I cannot give vou = 
— 
4 

rs. — 

im 

— | 
— 

— 
| 
3 F q a a 4 

@ 

3 § : q not get any eastern line to consent to the arrangement, except the Chi- 4 ag 
c { i The basis was strictly per diem. and at the rate of 50 cents per car _ a 4 ae 
— 


y Sealy wet while to keep an exceptional arr ‘angement it in force between | 


- @ ‘The tendency of the arrangement was to ensure prompter movement : 


of the "Chicago, Burlington and Quiney cars over our Tine, and of our 


ist ‘the cone while payment is made on the 1e mileage ‘basis Tea cannot see see 


-. any ny reasonable o objections to the plan of paying per ‘diem for the use of : 
cars, and think it is in every | respect ‘Superior to the plan of paying 


ae. 


scconding to the the mileage. The objections to putting th the in 
- force come from lines which handle their business so negligently a as to -< ‘ 
: - detain cars for. an unreasonable > length of time, and upon which it is the | 
| practice to use foreign cars for local. business, which mileage may or 
- may not be reported to the company owning | the cars. The: officers of | 


___ Such lines seem to fear that the adoption c of ® per diem basis will not _ 


- a _ wor ork as advantageously to them as | the basis now in force, and they are, 


therefore, deaf to all arguments upon the subject. "cade ical 


~ ‘Taking our case as an illustration, it is frequently the case that we — 
are badly pressed for cars at a time e when there i is also a great demand © 7 q 
1 r eastern connections. In such case, when a car-load of freight : 
Peaches Council Blutts, i if it is of etch a nature that it seems that it can- 
4 not be transferred without injury, it has ‘been customary for us to > take : 


the: car ur and | give them one of ours” 


e exchange for it, If in vente case we > an re ab re able to so manage our line as i 

run n the iveight ; car w which we receive from Council Bluffs to Ogden and i 

2 again, ‘so as to deliver t the car at Council Bluffs: to the line owning» 


it at the same time that our on is delivered towed us after having made a 
trip from Council Bluffs to ) Chicago and return, | there certainly seems to ! 


enc no good reason why we should pay them $10.32 for the use of their — 
™ car, and receive from them only $4. 90 fo for the ues of our own. See = 


it would certainly s seem as if some e plan should be adopted for the 
interchange of cars which would encourage their ‘prompt handling, and 
not put a premium upon inefficiency or negligence. 
Yours truly, 
hal. E. VIN IN 
March 28th, 1883, 
My Dear Mr. | has been slow work getting up the statis- 


ties which } you | wished from me regarding the ‘results of our agreement a . 
with the Cc. B. & Q. BR. R. Co., remained in force for 


q 
im 

q 

‘4 
— 

— 

— 

4 

— 


company fo for the use of the aieite cars, 50 cents per day, instead of — 


men ar are all pretty busy v with their w and could 


prepare this s statement. now, , I fes fear ar that you will not find it 

agreement above referred to took effect ct February 1 ist, 1876, and 
was March Ist, t, 1878. For five ve months after it was adopted, we 


kept not only a record “ the number of days that C. & Q. 


kept of the: aie of theC. B. & Q.: cars in n such shape that they ¢ can be 


Ww inter and opring months, 18, when we are are vays “subject to some delays 


from snow-storms, washouts, ete., , and hence the av average number ¢ of miles. 
run Tun per day is is usually less at at this season of the year than at other er Seasons. 6 
Allowance should a also be for the: fact that five months were the 
ze after the a agreement had been | made, when, from the fact area ‘our a 


special attention to time of C. B. Q. cars, from ‘the fact ‘that a any 


new "arrangement ‘seldom works as as as perfectly when it is ‘first put in 


in as it does after it has been Fanning ¢ a length of time, it could 
“hardly be e expected that the mileage made by these C. B. & Q. cars would P, 
be as. great as during the latter part of the time that the contract was in 


force. It should always be borne in mind that whatever advantages had 

resulted from the arrangement in the way of handling cars promptly, = 


. _ would naturally have some effect upon the handling of the cars during 
the year ar following the termination of the agreement. The train 
despatchers who had been to giving special attention to. 
_ making as good time as possible with C. | YF Q. cars, for @ period of 


some years, would, from tl the mere force of habit, from the fact 


q All of our records for a period so long ago are also filed aw ay w here 

4 

wa 

we manthe and nntil the tarmination of the acreemant no records ware. 

| 4 — 

3 

4 q 4 

q 

‘ 

al some Of tem may NO’ have KNOWN Of we terminavion of the agree- 4 

. ment, continue to give somewhat similar special attention to the cars _ 7 i= 

4 during the year following the termination of the agreement. 

s,s Without making allowance for these facts, however, you will observe > —_— 


a these cars equal to » the use of om one car 3384 days, cand "during that time 


mileage the cars was 315 ‘737 an n average of 98 933, 


from March ist, 1878, to » February 28th, 1879, we had C. 
B & Q. cars for 14 093 which made a a mileage of 861. 508 miles, be- 

Bene of miles rat ron per day w ‘was more i 50 per cent. gr greater during 

- the tim time that we we paid upon the per die diem basis than it was during the time | 

that we e paid upon the mileage b basis is 1 noticeable that dering 


During the yer year ending February 28th, 1879, paid the 0. B. & Q. 
$6. 453.78, and used their cars for 14 093 days, this being an average of of a a 
little less than 46 cents per day. >a We, however, ma 1 these cars only 
861 508 miles. we had run them an 1 average of 93,3, miles per day, as” 4 
was done during the | time the per diem basis was in effect, _we should - 
have retained them o only 9 934 days, instead of 14 093, and for their use 
we would have paid $4 617 instead of the $6 453.78 which heed 
paid. _ It therefore appears that both our line and the C. B. & Q. ost 
“money | by the change: of basis. They, instead of receiving 50 conte p per 


4 car per r day, r received only 46 cnt, asd * we, instead of the $4 617 for a 
861 508 miles run, , paid $6 453. .78 for for the s service. cree: - i 

In he above calculations I have figured the per day 
during the time that the p per basis ¥ was in n effect as as miles, 


that the average during: that time v was ‘considerably greater. For 

- ~ instance, in the n month of J une, 1876, which was a month when we ewould o a 

be but little subject t to blockades or washouts, and which was: several | 


Zz months after the arrangement had been = in force, 80 so that our ‘men 


4 had become somewhat accustomed to it, you will observe that the J average 
car service day obtained from the C. B. & Q. cars exceeded 100 miles. 
Hoping that the statistics contained in accompanying ta table will not 
ou too late te be of s service to you, I remain, as sever, r- 
— ours E. VIN ING. 


| 
— 

234 

during the five months from February to June, 1876, inclusive, for 

4 7 é } 

4 4 be § 

a a for an average of 7,°, days, while for the year following the termination —_—> 
4a 

| 

4 
— 

7 

a 

— 

4 

— 


arn ©. B. & Q. Ramway FROM Penmcany Isr, 
6, TO ARY 28TH, 1879, INCLUSIVE. 


No. or No. or No. No. 
Cars Days oF Days MILES” B. 


HANDLED. SED. Run. 


318 30 246 59 00 $166 00 

764 77072 382 00 50 

| 455 4 735 00 00 

511 40 364 255 50 222 00 

321 ee 32 601 50 19150 

50 254 | 

5 50 1 001 

ee 79 50; 911 

November .. 350 00 156 00 

December. ... 7 00 138 000 

January. 607 | 303 50 _ 13 00 


Total 962 6 670 5 50 |ss 692 50. 


March. 
May 


6) 


July 
August 
September ... | 


February... | a 4 : a6 | 5 $128.00 00 
March . 162 5 
% 116 957 478 50 116 
May . 109 . «50 105 


85 | | 94960) 
« | 203 | | 6 | g1450| 917 


September 2 454 | 8 | 2700 48 

October 2 533 6 550; 42 

November 4 130 1 208 6 39 


‘February.....) 55 229 | 00 


11 7 $5 698 50 | a: 203 50 
1878 908 59 786 39 
157 «1118 129400 97050 01 
1 051 «90715 68036 320 95 
6557 453s: 43089 86 
51396 38547 26440 
84200 63150 279 05 
8 114096 85572 365 61 
1644 8 96280 72210 1688 08 
5 1634 9 62818) 47113 326 51 
January... 10 23 380 | 16785 245 63 
|. 25985 194 88 217 97 


1 14 093 eel: 861 508 | $6453 78 $4983 20 od 


— 

Gg 

— 

— 

q 
00. 

q 
a 
— 
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Tae Connection Denivery of Freicat 1x Lonpon THE 
Provinces By Eneuish Ramway Com 
The information herein contained was furnished by Mr. George A. 


en at the request of of Mr. James Dredge, ed editor of Engineering, i in 
asi to the follow! ing letter of inquiry, addressed to Mr. Dredge: 


CoRTLANDT STREET, 
y YORK, ‘January 1883. 


> 


Durpar, Esq., 


Engineering, 
‘My 


Dear Mr. Drepce,—I am in search ot information in ‘Tegard 


7 the manner, time and cost of delivery of goods by railway companies in — 


Ist. Do the ) railway companies generally or make a de- 
4 livery et the consignee’ s store, , warehouse or dwelling ? ? 


Within what time after arrival of goods at the 


a 


Is the he charge for a special « or extra charge, and, 80, 


rate? - 


Are the horses and wagons: or r the used in delivery 


rho do the. delivery 


6th. Is the same system in effect in cities ‘the United King- 


“Th. Are the for shipment gathered same agency, 


7 (The numbers indicate the answers to the questions of like numbers. pe 
bs 


No. 1. The work is generally done by the railway companies; in @ 


ecial contracts are made by the | companies wi with some 
does great part of the L. » N. 
and deliveries of goods; but this i is a notable exeeption, 


— 

| 

4 | a 

q 


fairly that, ‘the English railw ay companies 
make the deliveries to domicile. 
FP No. 2. Everything i is cleared off within twelve hous 9 after arrival at the : 
termini ; in our case the goods trains rn run into London « during | ‘the: night — J 
and carly morning, ther market goods and packbshios os are delivered be- 
fore 7 7 A. M., and nearly all the e generals before midday. bo. ew - 
Nos. 3 and 4. The delivery charge is, in the case . of the ¢ Northern 
Companies, included in the freight charge; the Southern Companies — 
“rates are at present station to station ‘rates, but they are to be vevieed 
and the same system adopted as in force on the Northern lines. The — a 
“Southern Companies’ charge for delivery varies from 2s. 6d. per ton to 
as igh a figure 4 as 150. per ton. If the sender or consignee performs 
ery and claims a drawback, the he Northern — ys 
Sompanies the sum of 8s, 4d. per ton out of the ate for each 


No. 5 5, A All the railway companies possess the the plant neces: necesuaty for r col- 


and delivering goods, 
No. 6. Yes; all over England. 


No. Goods are collected from the warehouses, “docks, &c., , by the 


railway companies under precisely the s same conditions: as , as apply to goods 


; for delivery. On this small system, running through n no large centres of a - 


— 
] 
= 
| 
q a 
— 
industry, and chiefly carrying by goods train, vegetable, fish and market 
i produce, we find the cartage pays us at least 20 per cent., but on the | ee 
= ; Northern lines I should say the percentage of profit over working is | q ire 
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Ist. The Great , Northern Compans , make delivery to consignees’ ware- 


8d. An extra charge i is made for delivery hon ond the free limit. oe = 


am 4th. The transit charges include delivery service within the free “ad 


[Nore to 3 and 4, in cart, yet owners have the 


rebate. But certain classes of gooda, called respectively ‘ 
class” and station to station are carried at rates which do 


art when desired and make 


e¢ desired an 

-_ 5th. The horses and vans used in delivery are ow vned by the Great 


delivery. such cases 


> 


Northern Company, bu but hired teams are employed for extra traffic. 
* 6th. The. system varies in other cities, but generally the cartage w w rork 


is by: agents of the railway y company. 


= [Nore to 7. —Goods for ca shipment in London are delivered by the 
"Great ‘Northern her by "van, railway truck or by to 


means. 


q warehouse or dwelling, goods on on “arrival, e 
“ at “station to station ” ” rates, in which case an vain of the arrival of q 


is forwarded to consi 


‘the traffic i is forw arded to consignee. 2 
2d. Within two or three hours, in the ease of competiti 


ro within one e hour, provided consignee lives within the usual limits. 


3d. The ma comp expense 
f 


products a are generally « exceptions; these | are carried at station to station 


rates, , and the cartage extra if performed by the company may be 


at 2/to 2/6 per ton in the country 5/in Lor ndon, 


> | 
i ) 
— 
— 
. 
— 

— 
im 4 

eat 
Northern vans, and sometimes carted in by senders, but onlyasmallt __ 
= 
| 
— 


5th. majority of the ra iilway compani 


and horses in London, and also in many of of 


th. Provincial tow ns, ns, where ‘the cartage is performed for the railroad 


‘7th. Goods for export shipment are — all carried by the railroad — 


companies direct to the wend or dock, a and are collected i: in the same man- 


“ner, the collected and delivered rate of « carriage including | the delivery to 


When 1 consignors 0 sor consignees perform the cartage opuntion 


rates including and deliv and traffic carried at such rates 


stations where the ‘company bas a cartage stat. Heavy traffic, such as 


“rates "that is, not: including the cost of collection o or 
collection being by senders or at their cost, and 


4th. The charge for delivery in the case of all but nt heavy traffic 


is, as a rale, included in the rate for transportation within a reasonable 
‘distance of the station. If beyond that, say two or more miles, efurther 
“special charge for e extra  cartage wo would | be > made. 
5th, | The horses, days, wagons other used it in delivery of 
carried at rates including that service are are, asa rule, o owned by 


railway ec at many of principal places ther are 


the einiaiin limits | and ata given rate “per ton, payable by the 


above remarks those i in 7 apply. te the United King: 


j — 
¢ 
and delivered rates,’ the companies allow them a rebate of about 1/6 
per ton in the provinces and 3/6 pertonin London, 
q ist. All but he POUUS are carries incipal places q 
4 
a q 7 2d. Goods are generally delivered_on the day of arrival, if there is eae 
time to execute the time, on the 
following 
q 4 4 4 


ne 


Nortu-E -EasTERN Ramwa Ay. —NEWCASTLE- -ON-TYNE. 


a Ist. At Newcastle it is the practice to tender at the door of con- 
‘signees’ warehouses, dwellings, or stores all g¢ general merchandise im- 


_ mediately after arrival of the goods, certainly during the same | day, and 
. : ons such h goods c our charge for cartage, | about 2s. 2s. per ton, » is cal caleulated i in 


rate > charged for for the horses, rays: and other plant 


generally in all the large to towns of the Kingdom. 
Lo) 9 Goods sent out by rail are collected from the doors of consigne es” on 
and otherwise treated in. the s same fashion as goods pod b 
ae Heavy goods, what we call station to station “traffic, ere as grain, 
: timber, stones, pig iron, & &e., are ca carried at low rates, which do 


dude collection and delivery, the traffic being put into tench, or taken 


_ Selves i in their own carts ; unless they make special contracts for « - collec- 


out of them and carted aw ay, as the case may be, by the owners rs them- e : 


tion ont with us, when we charge a rate in accordance with the 


nature e of the traffic : and the distance it is carted. 


Lonpon, AND Sovrn Coast 


Ist. In Leeds the r eailway companies deliver at consignee 
_ door unless ordered to the contrary. os This does not, of course, e, apply to 
rough trafic ¢ carried, in mineral or special classes, in full truck loads. 


S 2d. ‘Delivery. of arenes goods is usually completed by 10 o’clock a. 


., the first deliveries often taking place between 4 o’clock and 5 o’clock | 
A. M., of goods arriving by train same morning. _ Delivery of | general 7 


merchandise distributed over London is effected during the 
forenoon, and in outlying districts by 4 o’clock or 5 o’clock Pp. M. ue -_ 


8d and 4th. With all the northern railways ciate and deliv ery 
a charges 8 are included in the » carriage; the rates of the southern lines sbe- 


‘ ing, however, | station to station only, an extra charge is is made for collec- 7 
a tion or delivery service, varying from ¢ about 2s, to 10s, per ton, secord- 


to ) distance and class of goods. 


aah . Goods for shipment—that is, for conveyance by railway—are ; 
— ith in the same way as delivered goods, reversing the action, of 7 

4 

| 

4 | 

| 
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| 
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5th. In London all the railway companies a asa rule 


vehicles employed for delivering goods, | but there are one or two vate 


_tions where the work : is done by contract. _ Nearly all companies, wall 
“ever, , employ a agents | for surplus work ; the teams of such agen 


treated ticall t of th s own plant. — 
rea as practically par of the company’s own plan ant. ae 


In the country the railway ays perform their o own n 1 cartage at all places a 


the traffic is ‘sufficient to maintain the ne necessary When 


sufficient, local carmen are are appointed agents, 
m { 


In all cities and large towns of the United the system 


is practically the same as in yLondonn 


7th. The railway companies collect traffic ‘the same agencies. The 


_ sysvem is to act } upon ‘standing orders of merchants ¢ to to call for goods, or ro 
to execute orders as received by post. Moreover, a system of receiving z 


es spread throughout London to which the public take their goods, — 
and at which the railway companies’ carts eall to collect. be of 


Pre - many large firms prefer to employ their own horses for deliver: ery ry of goods ie 


at railway : stations, and to to claim a r rebate from those companies whose 
- rates i include e the service, ce, collection and delivery. ae F urther, there i ist the 


competition of innumerable | private carmen who obtain cartage w 


_ from the merchants by solicitation. 


Rattway. —(From another source. ) 
Railway companies universally deliver at consignees’ 


premises in London and ‘other towns. This is done without charge, as” 
the traffic is conveyed at what is called ‘‘ collected and delivered rates,” 


. _ that is, a rate including collection of goods from the sender’ 8 premises, 
the conveyance by rail and delivery at consignee’s premises. | This i is 


called carted traffic. Other traftic is called not carted, or station 
— station traffic, such 2 as grain, which is brought in by | the farmer and 
) — taken away by the miller, i is charged for at a different rate, , which is 


_ simply for carriage by rail, and does not include collection or delivery. = 


In case the allway ‘company does the corting at he end, an extra 
charge i is made of from 1s. to Qs. pe per r ton, bt but this again largely depends 
upon th the quantity to be carted and the distance it is hauled. ee ay 
The for the carted od traffic mentioned above or only includes 
certain limits, which vary vary for different ‘places. 
London is is, of course, exceptional. 7 In other towns the the | imi i ‘is 


2 miles, but t this again depends upon circumaten \ 


— 

‘ 

— 
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— 

es. ifa town isserved a 


more than one railway company competition extends the distance. 
For instance, a company having a station | at one end of a come anda 
limit of 1} miles, is compelled to increase this in one ‘direction to 2} 
miles miles, if another r company has has a station a mile away at the other end of 4 
fe 2d. The greater part of the g goods a are delivered by noon. _ Porishale 7 
articles first and merchandise and general goods next. 


Sth. All the larger companies have a staff of horses, —— drays 
of their own. _ The Midland Company possess at least 1 700 horses in 
antes but have for Pasting as well, » the London 
largest employers 


Yin 


All oods conveyed in this mis country are com rised under two broad 


“Station to or 8. to S. ; and 


q the railway companies, , who have fixed that certain goods are are conv weed _— 
8. to > 8. Fates only, rest by C. and D. only, with 


a conveyance by rs rail only. 


s « Mineral” "and « Special,” each having its own | 


as grain, stone, be, is is carried in 1 quantities of not less ‘than 2 
tons. If not 2 tons, the goods | are chargeable at first-class C. and D. ky | ; 


rates, or as for 2 tons at the ‘Special class ‘rate. ‘The rates are fixed and 
are arranged by the goods manager in n relation the value and quantity 


of the goods, , and the am amount of competition Reo 


Ss 2d. C. and D. Traffic.—With this traffic there is no restriction as | to. 
eight, but large amoui amount of single lot consignments are under 2 2 


4 


i 
= 
6ChUvwvwXwLa 7th. The rule is that goods are collected from consignors’ premises 
Notes as To ConveEYANCE AND CarTING OF Goops.—By Mr. Geo. A. 
— . 
q 
|) Under which of these heads anv class of goods is rated is settled by 
— 
4 
| 
itm 
“Mineral” is carried in quantities Of not less than tons. 
> 


railway c companies s into five. each having s a fixed ‘rate, which, 
is subject to exceptions under cer tain circumstances. These exceptions 
re sometimes very important. For instance, although all goods come 
under r either S. to S. or C. and D. traffic, yet what ‘may be carried 
and D. to one place, ‘say London to Sheffield, might b be sent S. to 8. to 
another place, say, London to Manchester ; ; the latter being an import: 


ant centre e to which all railways run, it has resulted fr from the competition 


Speaking broadly, the S. to S. less per ton than the 

C. and D. rates, as they are intended only for heavy goods ; but, on the _— 

other hand, the full amount | of 2 tons is akwoys rs charged. > If the S. to x 

“rate i is s 20s. per er ton, then the « carriage , of 1 ton by rail would ‘cost 0. 

and the cartage in in addition ; whereas the ‘C. and D. rate may be 25s. or 7 


80s. a ton ; one ton would cost that amount. 


ro As to. | the delivery of goods, the railway companies in London, or 
their agents, will gladly perform all the carting, that i that is, they \ will « collect | 
: a at deliver the 8. to S. as well as the Cc. and D. traffic. + The difference 


in these two > classifications is not so much ¢ one of carting as sof rates for 


he. vy and light goods. 2 the goods are C. and D. the the railway com: 
pany will collect them the sender’ 's premises and d deliver them as 


. on 


‘consigned. It consigned to their destination, the railway company will 


deliver *them to the consignee without advising him of their arrival. 


ae 
. Should the s sender prefer to do his “_ carting a rebate i is allowed, and _ 


‘should the goods be. consigned to “await orders” ” the consignee is is 
advised by the railway o company of of ‘their arrival, anu - will then either 


_ send his own team, in which case a rebate is also all od, or he will | 


‘order the railway to forward his goods. 


- the goods are under the S. 8. to 8. . class the railway company ' will 


Also, if f required, collect them from the sender, but they don not attempt go 
to deliver them to the c consignee > without instructions. He is advised by y 


thework, | 
pot, it may ‘be said that almost the whole of the C. and D. 


traffic is carted at both ends: by the rs railway or their agents, 


As the name implies, the rate includes the collection of the goods from 

4 

_ the sender, the conveyance by rail, and delivery to the consignee. within _ a 

— 

| 
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the Compan De may send His OWD team OF tell to av 


bail 


collection and deli 


but less than 10 per cent. of the to 8. traffic is so carted, since 

large merchants keep their own teams. ps tae, 

? Mineral traffic i ‘is always led by coal merchants. _ i 
7 a: As to the limite of the free. district and | the xe scale of charges oe the 
very of goods in London, the five large companies on . 


: the north of the Theme, through whom the ous bulk of the > goods = | 
= _ conveyed to London, ata Metropolitan | . Conference held at the Clearing 
House, agreed ‘upon a boundary which, roughly speaking, includes the 
a whole London to the north of the Thames and a portion of the south 


Vauxhall Bridge | to the 


opposite St. Catherine’ s Docks. This | district is, roughly, about 8h 


miles long by 4 miles broad. 
7. These five companies, 1 viz., the Great Eastern, Great Northern, Great 
. estern, London and Northwestern, and Midland, collect and deliver 
goods at the C C. and rates s within the the above limits free. Outside 
this boundary the rates increase in the following | ing pr proportions: : 


f ‘N. Bz —Heavy goods and furniture are charged at double these rates. 
The rebate allowed by the railway companies when the C. and an | 
traffic is not , performed by them, is 3s. 4d. per ton at the principal ter termi- i 


“nal depots in in London, ena Is. 8d. at the city angele. 


compelled that there shall different r rates within the above 
boundary, according to the the district. Three of the five companies” lie 
dose together to the north, while one, the Great ‘Western Rail- 
way is in the west, and another, the Great Eastern, is is in the ‘east 
a _ The neighborhood of the two last is each formed into asi small district 7. 


a within the main boundary, oni} having on one » side touching the western q 


4 and eastern boundary respectively. These two sub- districts ‘amount to 
_ about one-fifth h or one-si3 one-sixth of the area within the whole boundary. ae q 
standard rates then “observed by the five large cor companies 1s for 


pak 
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‘4 Beyond the increase the rates per m mile is as 
before, and t this i is added to the 3s., 4s. or 5s. o sai as the case ome be, 

The bulk of the cartage in London may be nilie to ie at 4s. per ton. 
In effect, the quel system all over the is the In 


‘London, howe ever, the area of the free ee delivery i is larger and the r: rates 
for cartage higher than elsew here. In the country districts the area of v1) 
collection and delivery may be as indluding the w town and 
- the suburbs, and should it be served by y more than one railway com- 
pany, they come come to an arrangement each | to deliver at the s same rates 7 
over the same distances, 
7 The rate for carting S. to S. traffic in the country varies from 1s. —_ 
* per to ton, but it depends upon the distance, quantity and nature of t of the 
"goods ; and the “rebate allowed in the country for C. and D. traffic 1 not 
a 8 performed by the railway company | is 1s. for competitive and 1s. 6d. for. 
«dt is largely the ‘custom with | many of the companies to keep their p> 


own carting establishments, but at the same time to employ carting 


ye agents as as well, to assist when wanted, and who contract to do the work = 


The London and N orthwestern company does “comparatively little 


p> with its own horses and drays, but they contract with Pickford 


and so far as the customer is concerned, this comes to the same 


But in most other places ie rule is for the ¢ companies to keep their 


| 
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ia At Liverpool, Manchester and other large places, competition results a 

OWN StOCK it the tramic Warrants 10. = 
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accounted for to the Railroad Company. 


pad 


20 


3,220 15 


 TOTAL—24 Cars, 385 Toss. 


|| 

Sumbers, | Tonnage q 

| 


Cu Pacrric Rariroap Company. 

Report FC Cars | to be accounted for on Sunday, June 3d, 1883, to ) the 


Pennsylvania Railroad Company. +, 


_ This Company | had on its lines = Sunday, J une 3d, sae, as per de- — 


following companies : 


Burlington & Quincy R. R. Co, 


5 


Auditor or Accountant, — 


Ramroap CoMPaxy. 


{ — 

i 


Car SERVICE Paciric RAILROAD Company. 


of Penney ylva ania Railroad cars on its lines Sandoz, 


— 

— 

— t - 4a 
— 
— = 

— which the Chicago, Burlington and Quincy Railroad Company 
i and to report the same through the 
a _ authorized to charge this comy 
@ q 
— 
= a 
4 


Pennsylvania Company | 


No. 5 and 6 will be used in reporting and settling the current accounts. ¢ 


4 [Fons 4. 


APPENDIX 
Service Account. 
Tue Pexnsytvanta Raruroap Company charges THE PENNSYLVANIA 


MPANY : of ny on ond 


REPORTED BY No. Cars. Toms CAPACITY. 


Chicago, Burlington and 


Union Pacific 


Central Pacific. | 


4 


= 


- Nore.—Forms 1 to 4 are to be used only in starting the Car Service Account. The form 


a if q 
— 
«a 
thy 
q 


Report of Cars at Pittsburgh Station, with the Pennsy 

vania Company on da 4 


RECEIVED FROM PENNSYLVANIA COMPANY. DELIVERED TO — ANIA CoMPANY. 
Initials. Car Numbers. Tons Capacity. i! Initials. Car Numbers. Tons Capacity. 


od Agent Penna. Co. 


This report is made in quadruplicate; one cop is | kept by each agent, 
y 


and one copy is to the » officer of each line. Separate 


other. ‘Alles cars ‘delivered during the ¢ day 1 ‘may y be entered ‘indiserimi- 


For For 6, see example given in paper, 


— 
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